Motor vehicle crashes associated with high speed police pursuits have received recent attention in both the public health literature and the lay press.
Results
Over the five year period, there were 49 fatal pursuit related crashes in which the driver was 15 years of age or younger. Drivers' ages ranged from 9-15 years, with 14 and 15 year olds representing nearly 90% (n = 44) of these crashes. The remaining five drivers were 9, 11, 12, 13, and 13 years of age. Seventy nine percent (n = 39) of drivers were male, and the majority of vehicles involved (76%; n = 37) were passenger cars. Alcohol or drug use contributed to three crashes (6%), though this may be an underestimate because of problems with alcohol and drug data in FARS. 5 Seatbelt non-use contributed to fatality in 76% (n = 37) of crashes. Airbags were absent or non-functional in 26 crashes (53%). None of the young drivers involved was validly licensed or driving with a learner's permit at the time of the crash. Female drivers are overrepresented in this sample when compared with FARS reported crashes involving drivers age 18 years and older (Fisher's exact t test, p = 0.0066).
These crashes resulted in 69 deaths: 28 drivers age 15 years and younger, 24 other passengers 18 years of age and younger, three adult passengers riding in the fleeing vehicle, and 14 ''bystander'' drivers, passengers, or pedestrians.
Four states (California, Michigan, Florida, and Texas) accounted for nearly half of all crashes (n = 22), a rate disproportionate to their 28% share of the under 18 population. Forty four (90%) of these crashes occurred in metropolitan areas. This is in sharp contrast to the overall pattern of crashes involving young drivers; these are twice as likely to occur in rural as in metro or metro-adjacent counties. 10 
11

Discussion
This report is highly dependent on the accuracy and completeness of FARS data on ''crash related factors'' for which 16 response categories are provided, including ''unknown'' and ''police pursuit involved''. In the 2003 FARS dataset of all crashes, only 5% have an entry in any of the three crash related factors fields. It is possible that some of these crashes may have had unrecorded factors, including police chases, contribute to their fatal outcomes. We were unable to cross check FARS entries against actual police reports, and are unaware of published independent assessments of FARS crash related factor reporting accuracy.
With this important limitation in mind, we have shown that very young, unlicensed drivers are involved in approximately 3% of all fatal crashes involving police pursuit. These crashes tend to occur in metropolitan areas of relatively populous states and are most common in California where police pursuit has become a political and media concern. Although the majority of drivers are boys, girls are significantly overrepresented compared with pursuit related fatal crashes involving older drivers. As few of the drivers pursued were guilty of a violent offence, 12 it is difficult to defend the risk involved in the pursuit of untrained and inexperienced drivers. Although we are confident that police pursuits occur outside of the US, we were unable to find crash epidemiology data for other countries. However, young driver ''joy riding'' has been reported in Europe, often involving high speed operation of stolen vehicles. 13 14 Joy riding might be expected to result in police pursuit when this intervention is permitted by police authorities. Limited or judicious authorization of police chases involving fleeing drivers might be expected to reduce deaths attributable to very young, unlicensed driving. journal 2 is quite aberrant compared with eight other reviews found at http:// www.scienceservingsociety.com.
Another reviewer wrote ''Evans' work covers in remarkable detail the full range of important topics ... but his chapter The Dramatic Failure of U.S. Safety Policy is the showstopper''. 3 This ''showstopper'' shows that while Canadian fatalities declined by 50%, US fatalities declined by 16%. I attribute this to a US narrow focus on vehicle factors supported by a giant litigation industry devoted to its own interests, not to safety.
As one who supported and profited from that industry, it is understandable that Robertson should seek to discredit my book. The fact that all he could come up with were extraneous trivia adds support to my thesis. Vehicle factors cannot explain the huge Canada/USA difference in the raw data, because vehicles in both countries are similar; nor can demographic factors.
In the quest for clarity and understanding I have debunked many hocus pocus opaque analyses that manage to find sought-after effects invisible in raw data. My 1991 book critiqued two much cited studies (one by Robertson) on the safety benefits of vehicle regulation. Analyzing the same data, one study reports absurdly high benefits, the other zero benefits. I characterized both as ''the triumph of zeal over science, or perhaps even common sense''.
One reviewer concludes ''Evans has a clear passion for getting the right answers ... one senses that his agenda is simply to understand how to improve traffic safety'' and another ''Evans's book dismisses much of the folklore very effectively''.
It is common in data analysis to discard a point that departs widely from the trend when there are additional reasons for considering it suspect. Robertson's review meets such a standard. Injury prevention and poverty Dr Pless's editorial on injury prevention and terrorism in the October issue of the journal addresses perhaps the two most pressing problems of society at this time-poverty and terrorism. 1 For us in the field of injury prevention, one of the threads that ties preventing injuries to addressing poverty is education. Educated individuals have lower rates of risk taking behaviors, less exposure to hazardous environments, better use of safety devices, and thus lower rates of fatal and non-fatal injuries. In the developing world, one of the best predictors of infant mortality and a break in the intergenerational cycle of poverty is the educational status of the parents, especially the mother. Early education can have a lifelong effect on later academic success and thus employment success. How do we translate Dr Pless's words and mine above to meaningful action? The commentaries from two heroes of injury prevention in the same edition of the journal demonstrate far better than our words that actions by single individuals can make a difference across an entire country. 
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